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Abstract 
As twin sister concepts in urban planning, “car-free city” and “city of short walks” are usually combined and successfully 
implemented in Europe, for example in Vauban (Freiburg, Germany) and in Hammarby Sjöstad (Stockholm, Sweden). In these 
two pilot projects, clean environment, safe traffic flows and convenient services as three essential criteria for a good living 
quality as well as three key indices of sustainability have been secured. A number of conditions necessary for the establishment 
of the two new planning concepts in Hanoi should be analysed with an emphasis on mobility and logistics. Additionally, public 
participation needs to be discussed. 
© 2016 The Authors. Published by Elsevier Ltd. 
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1. Introduction 
Hanoi – the capital city of Vietnam – is a mega city with almost 7 million inhabitants [1] and an underdeveloped 
infrastructure. Traffic is one of the most urgent issues for Hanoi to deal with, as reflected in both mobility and 
logistics. The upgrading of the current street network does not keep up with the much faster increase in the number 
of private vehicles. As a matter of fact, traffic congestions occur throughout the city (even in new districts in the 
periphery with standard city roads) and more often (several times a day, apart from rush hours). Flooding – as a 
consequence of inadequate drainage systems – makes the situation worse.  
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Fig. 1. Mobility situation in Hanoi nowadays, when the number of cars and motorbikes is out of control and beyond road capacity [2] 
 
Hanoi’s open market economy is largely based on medium and small-size private enterprises and characterised 
with family-owned services, as seen everywhere in the city, not only in main streets with smart shop-houses but also 
in narrow alleys with modest kiosks. Much of the daily business activity of the private economic sector depends on 
supply-to-the-door logistics by van and/or by motorbike. It is apparent that in most of the living quarters, except 
several first-class settlements known as “gated communities”, there is a rather complicated mix of motorised and 
non-motorised traffic flows, causing some inconvenience to local people, such as noise, air pollution and accidents.  
 
Fig. 2. Logistic situation in Hanoi nowadays, as vans and motorbikes are popular means for most of the commodity supply and delivery [3] 
 
Despite so many efforts over the last ten years in planning (optimisation of old and new road systems, including 
elevated railway lines), building (construction of two-level intersections and overpasses), management and policy 
(control of new car and motorbike registration and encouragement of public transport use), the traffic situation in 
Hanoi has not been so much improved as expected and still remains as “a tough nut to crack”. This difficulty might 
never be properly tackled, unless a new approach to the core of the traffic problem is explored. In the context of a 
developing country like Vietnam and such a fast-growing city as Hanoi, sustainability could only be achieved 
through simple but effective (and inexpensive) solutions. Thus, the paper aims to develop a new traffic-and-service 
planning concept to help protect the living environment and enhance the quality of life for the city dwellers.  
 “Car-free city” does not mean living completely without cars or stopping using cars, because cars have become 
an integral part of a modern city to many people. On the contrary, people can still drive in the city but will not park 
at home or near home. Instead, they park somewhere else on the way home which they find easy to reach and 
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convenient to use. “City of short walks” refers to a city (or part of a city) where the residents are provided with all 
(or almost all) the services that they need without having to go a long way. In reality, this concept is closely related 
to (and primarily based on) car-free city. Theoretically, both concepts are described in some classic textbooks by 
world-leading experts. Detlef Glücklich, for instance, integrated both concepts into one term, namely “mobility”, 
and argued that it could not go without three essential conditions: 1. good public transport systems and easy-to-reach 
stops for external connection; 2. optimal home-to-service distance for internal connection (for walking and cycling 
only); and 3. right parking places [4]. Practically, this perfect combination can be illustrated with two pilot projects 
– Vauban and Hammarby Sjöstad – which are ranked among the best examples of truly green living in Europe. 
Vauban is a new neighbourhood in central Freiburg – a small town in the southwest of Germany – initially 
planned in the early 1990s on a 40-hectare site of a former barracks of the French army and built a few years later 
for about 4,800 inhabitants as a modelling residential area in terms of sustainability. In Vauban, solar energy is used 
and all houses as well as public buildings are constructed to low or ultra low energy standards, just like all the other 
ecological living quarters in Germany. Vauban is very well connected to the centre and the other parts of the city 
with one excellent public transport network which enables all people to go anywhere in the 153 km2 urban region 
within 20 minutes. Inside Vauban, transportation is either by bicycle or by foot. As of 2008, over 70% of the 
families in Vauban had no car. The remaining householders would like to rent or sell their cars as quickly as 
possible, otherwise they have to pay 18,000 EUR per year for one family-owned car in the local garage or 3,500 
EUR per year for car-sharing charged by the local authority as an obligatory fee (or tax) for the air pollution that the 
cars may cause [5]. This fee is very high, of course, but comprehensible, since the environmental treatment would 
cost a great deal of money in fact. The City Council of Freiburg has applied this policy strictly in Vauban in order to 
make the local community become aware of the great advantages of living in a much simpler, happier and healthier 
way without largely depending on private vehicles.   
The redevelopment project in Hammarby Sjöstad in Sweden began at the same time with Vauban in Germany 
and was heavily invested by the City Council of Stockholm to turn a brownfield into a thriving community. The 
local authority had an even greater ambition to promote Hammarby Sjöstad as a modelling project in terms of urban 
regeneration within the framework of the EU sustainable development scheme. Located on the river bank in a 
southern district of the capital city, Hammarby Sjöstad is home to 11,000 inhabitants. Most of them (75%) use 
public transport means daily to go to work or school. As a result, the CO2 emission has been reduced by 50% [6]. 
The other householders park their cars in the periphery and walk home. Within the living quarter, only bicycles are 
allowed. The car-control policy ensures a safe as well as quiet living environment for the local people. With a 
variety of activities as well as a large number of facilities and services, the residential area looks really vibrant from 
7 am to 10 pm and the local people have so many options in the vicinity to meet their needs. 
The following lessons could be drawn from the two case studies and regarded as key factors to success: 
 
x The living quarter should not be very large: the area needs to be limited to 36 ha, simplified in form of a 600 m x 
600 m square. If a living quarter is larger than this recommended area, it ought to be divided into two or three 
parts, depending on the size and form 
x An effective system of public transport means for external traffic should be established: bus and tram are 
available 24 hours. The tram and bus stops ensure easy access for all people. The distance between home and the 
nearest tram or bus station should not exceed 400 m (equal to 5 – 7 minutes walking) 
x An optimal network of internal traffic for pedestrians and bicyclists should be based on zoning: within each 
group of houses (zone) and connection between zones 
x Social facilities, amenities and everyday life services are planned along the main axes (shopping street) as well 
as in the core of the living quarter 
x Activities should be frequently/regularly organised for the local residents themselves. Not only sports event but 
cultural festivals can also take place within the living quarter for specific groups, such as children, teenagers or 
the elderly, together with common activities that attract all people.  
x Thanks to communal education programmes, people are fully aware of the advantages of the two traffic-and-
service planning concepts and comply with the regulations of their own accord [7]. 
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These six principles must also be strictly applied to Hanoi, if the city authority would like to improve the current 
traffic-and-service situations. The actual experience in numerous developing countries has already showed that the 
greatest difficulty often lies in economic and social issues, including city management, not in technical problems. 
 
a       b 
  
 
Fig. 3. (a)Vauban (Freiburg – Germany) and (b)Hammarby Sjöstad  (Stockholm – Sweden) as two of the world’s first car-free settlements [5], [6] 
2. Car-free city and city of short walks - a two-in-one development scenario for Hanoi 
A car-free settlement in Hanoi will provide its inhabitants with a high-quality parking service: not only 
convenient (open 24/24 and 7/7) but also comfortable (quiet and safe) when walkways and routes for bicyclists are 
separated from roads for motorised vehicles and monthly parking fees are quite reasonable.   
The other factors ought to be taken into consideration. In Hanoi, especially in central business districts, street 
houses are highly lucrative in a profit-oriented open market economy. The crucial point of the new living concept to 
be proposed is that although the two main functions “living” and “doing business” are separated from each other, so 
that they will not affect each other so much, they can be combined together – in one building as well as in one street 
block – to ensure a close link and/or direct connection. Based on this symbiotic relation, a typical settlement in 
Hanoi for the future will be divided into two zones:  
x Periphery: is reserved for non-pollutant service buildings such as offices, stores or supermarket and kiosks. Car 
and motorbike parking houses can also be constructed here. The residents drive into the garages from the streets, 
then exit the garages through the back doors and walk home within a few minutes. 
x Core: is planned for residence with various housing forms such as villas, row-houses and high-rise apartment 
buildings. This area is open for pedestrians and bicyclists only, with a small open space in the centre of each 
group of houses to be used as a semi-public place. A public place with a square in the middle and a complex of 
public buildings around should be designed at the heart of each living quarter.  
 
This periphery-and-core structure of a neighbourhood will create an ideal living environment, where the local 
residents do not have to go a long way between parking places and homes or worry about car or motorbike 
accidents. Their daily life will no longer be affected by negative influences such as exhaust gas and noise from the 
surrounding streets. In terms of external traffic, bus and tram services are available and accessible while the internal 
traffic flows need a major investigation for better and safer use. The residential area in the core of a car-free living 
quarter is reserved for walking and cycling only. That means the residents go shopping and use the other facilities on 
foot or by bike. For this reason, these service centres should be located within a short walking distance from homes. 
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Fig. 4. Car-free city concept considered in a living quarter [7] 
 
 
Fig. 5. Section of a car-free living quarter proposed for Hanoi [7] 
 
The services can be categorised and provided within a living quarter on a basis of the residents’ needs as follows: 
x Daily needs: parking, sports training or doing morning exercise  
x Weekly needs: swimming and going to the cinema or theatre 
x Monthly needs: eating out and meeting fan club members 
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x Yearly needs: going on vacations, having physical health checked by doctors. 
Some activities may differ in terms of frequency and it depends on the routine or lifestyle of each person. For 
example, some people go shopping every day because they want to buy the food as fresh as possible while the others 
do it only once a week, because they are very busy at work and do not have much free time for shopping. For 
football playing, running or visiting friends, the story will be similar. In principle, the more frequently used the 
service is, the closer to homes of residents it will be. 
 
Given that d is the total distance that a person has to go every day: 
d = d1 + d2 + d2 + d3 + d4 + d5 + d6 + d7         (1) 
         = d1 + 2d2 + d3 + d4 + d5 + d6 + d7    
in which:   
x d1 is the distance between home and parking (or bus/tram stop)  
x d2 is the distance between parking and workplace (office, school, factory) 
x d3 is the distance between parking and super market (or shopping mall)  
x d4 is the distance between super market and home  
x d5 is the distance between home and service centre (all kinds of relevant services) 
x d6 is the distance between service centres and public buildings 
x d7 is the distance between public buildings and home (all kinds of relevant purposes).  
 
 
Fig. 6. Integration of “car-free city” and “city of short walks” within a living quarter in consideration of mobility and logistics [8] 
 
The total distance d – or in other words the time t needed for a person to move between places – should be 
minimised. The possibilities are analysed as follows: 
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x d1: when parking places are located near homes, there is no point in shortening the distance d1 (d 300 m) 
x d2: once people have chosen where to work (or to study), they are willing to move daily between home and office 
(or school). However, when job opportunities are created within the living quarter and people wish to work near 
homes, they have the chance to do so and the distance between home and office (d*) will be reduced. In case 
someone works at home (family-run business or free-lancing job),  d* = 0 
x d3, d4, d5, d6 and d7: will all be shortened if relevant services are located near homes, and when mixed-use public 
buildings are taken into account for users. 
 
Obviously the distance d will be largely reduced, if all the parameters di in formula (1) above are optimised and 
the measures are simultaneously taken.  
As aforementioned, the services related to import-export activities need to be well distributed in the periphery of 
a living quarter, not only for the separation of motorised traffic flows from pedestrian zones, but also because of 
easy access for cargo trucks (super market) or vans (in case of small offices or shops). Logistics can be weekly or 
daily delivered, depending on the activities, and even hourly in some special cases. Warehouses and storerooms are 
therefore open to the street sides. This principle will also be applied to waste collection. Waste is sorted in each 
household, collected at certain places and stored in certain rooms in the periphery. At the end of the day, at around 6 
pm, garbage trucks come and transport away the waste. With regard to logistics, the two concepts “car-free city” and 
“city of short walks” facilitate each other and can therefore be well integrated with each other. 
3. In view of urban sociology 
An urban development project, no matter which form it may take: a new planning project, a conservation project 
or a redevelopment project, will always influence all people living within the project area and require their 
involvement and even commitment in order to realise particular goals. Public participation plays a very important 
role before the project begins (phase 1), during the project implementation (phase 2) and once again when the 
project has been completed (phase 3). In these three phases, the active participation of the local community is a key 
factor to success of the project and this has been demonstrated across the world. Hanoi will not be an exception. 
x Phase 1: There is a round-table conference of all four parties involved in the project (local authority – project 
developer – consultant – representatives of the community). The developer introduces the project and gives 
instructions to the community in collaboration with the local authority and the consultant. The community is 
requested to provide all information necessary to be used as input data: for example the number of private 
vehicles and the daily/weekly/monthly needs, etc., which will be carefully analysed and help the consultant set 
up concrete planning as well as design tasks. The local people are also encouraged to put forward as many good 
opinions and ideas as possible for the authority and consultant to consider.  
x Phase 2: The project can be amended in the middle of the implementation process, if necessary. In this 
circumstance, another meeting will be held and the public participation is again needed. 
x Phase 3: The local community is responsible to co-manage the project with the local authority according to the 
power-sharing concept to ensure that the project keeps on running well, simply because nobody knows or 
understands the living quarter better than its inhabitants. This phase may last a very long time, until the living 
quarter needs to be reconstructed, and all the members of the community will have to be responsible for a new 
stage of development in their lives. 
In all these three phases, the local people should always be encouraged to take the initiative in every positive 
change within their living quarter and to make a more substantial contribution to a thriving community. In Sherry 
Arstein’s fundamental and influential theory “A ladder of citizen participation” [9] and in consideration of the 
current low level of social attitude, responsibility and engagement [10], [11], the public participation in Vietnam in 
the coming years is supposed to surpass level 6 (partnership) which shows that the citizens are aware of their rights 
as well as responsibility and ready to take action. Obtaining level 6 is therefore normally regarded as a threshold to 
success as well as the minimum level to be met. Level 7 (delegated power) is encouraged to reach, if possible. 
Citizen control as the eighth (and top) degree of this ladder is only achievable in a truly civil (and civilised) society.  
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Fig. 7. Present and future of public participation as a key factor for city development, including in traffic planning [9], [12] 
4. Conclusion 
A living quarter spatially and functionally organised in the periphery-and-core structure with excellent services 
and facilities for a modern city life within a short walk from home will be able to solve the traffic and parking 
problems that most of the conventional living quarters are coping with and offer residents a much better living 
quality. The biggest difficulties while developing car-free city and city-of-short-distance concepts in Hanoi can be 
seen – and continue to arise – in social aspects, such as the level of management of the authority, the awareness and 
participation of the public together with the cooperation between people and their representatives for specific 
purposes and towards common future goals, etc., rather than in planning and design or in technical solutions. 
Therefore, in order to make things happen, it is vital to start with thinking about sustainability before acting for that, 
but one should not think too long, because time and tide wait for no man. 
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